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-iii - The National Highway Traffic Safety Administration (NHTSA) and the Bureau of Indian Affairs (BIA), Indian Highway Safety Program sponsored a project to (a) establish the first baseline tribal reservation safety belt use rate, and (b) develop a methodology to use in the future to track trends and specific program effects. This is similar to NHTSA's National Occupant Protection Usage Survey (NOPUS), a probability-based survey that reports a single belt use rate for the nation. The goal was to gather a single belt use rate for tribal reservations that could track progress towards increasing belt use.
D E P A R T M E N T O F T R A N S P O R T A T I O N N A T I O N A L H I G H W A Y T R A F F I C S A F E T Y A D M I N I S T R A T I O N T E C H NI CA L S U M M A R Y
Although there are over 560 federally recognized tribes, approximately 180 of these reservations within the 48 contiguous States have safety belt use subject to tribal law and tribal traffic law enforcement. The populations of tribal reservations differ markedly. Socially and culturally, tribal reservations can be classified according to their geographic areas. They are Northwest (Washington State, Oregon, and Idaho), Northern Plains (Montana, Wyoming, North Dakota, and South Dakota), Southwest (California, Nevada, Utah, Colorado, Arizona, and New Mexico), Great Lakes (Minnesota, Wisconsin, Michigan, Illinois, Indiana, and Ohio), South Central (Nebraska, Kansas, Oklahoma, Texas, Iowa, Missouri, Arkansas, and Louisiana), and South and East (all remaining States excluding Hawaii and Alaska). Within these regions, 61 reservations have populations of 2,000 or more, which represents 660,000 people or 93 percent of the population on tribal reservations. Native Americans make up 61 percent of the population on all tribal reservations.
Figure TS-1. Areas of Tribal Reservations
Because tribal reservations set their own safety belt laws, there is much variability. Some tribal reservations have no safety belt laws, some have a primary law, in which motorists can be stopped solely for safety belt violations, and other reservations have a secondary law that allows a law enforcement officer to ticket people for a safety belt violation only if they were stopped for another infraction. In addition, reservations exist within the context of the safety belt laws governing the States within which they are located 
Methods

Table TS-1. Tribal Reservations with Safety Belt Use Subject to Tribal Traffic Law Enforcement
The sampling plan was designed to provide a reliable estimate of belt use across all the tribal reservations subject to tribal law and tribal traffic law enforcement. The sampling procedure weighted all tribal reservations proportional to their populations, and included the criteria that the sample of the tribal reservations: be limited to tribal reservations with populations of 2,000 or more; represent varying conditions; be from all areas of the country; and include enough sites per reservation so that the final combined safety use rate would be reliable.
The objective was a sample from each area at a rate approximately 1 in 4 reservations or 1 reservation per 30,000 population. The planned sample included 18 reservations with 150 sites on these reservations. However, the Navajo reservation in the Southwest, which has 22 percent of the total Native American population, did not permit safety belt observations to be made in its territory. Ultimately, data were collected from 120 sites on 16 tribal reservations.
Results
Safety belt use on tribal reservations subject to tribal law and tribal traffic law enforcement was observed between September and November 2004 (15 reservations) and in February 2005 (1 reservation). Overall, 44 percent of the vehicles were cars, 31 percent were pickups, 14 percent were SUVs, and 10 percent were vans. Fifty-eight percent of the drivers were male, 38 percent were female, and the sex of 3 percent could not be determined (does not sum to 100 due to rounding). Fifty-three percent of the passengers were female, 37 percent were male, and the sex of 10 percent of the passengers could not be determined. Belt use could be coded for 90 percent of the drivers and 83 percent of the passengers.
For the tribal reservations subject to tribal law and tribal traffic law enforcement, excluding the Navajo, the overall safety belt use rate was 55.4 percent. There was a very high variation in belt use across reservations, ranging from a low of 8.8 percent to a high of 84.8 percent.
There were significant differences in belt use by vehicle type and occupant sex for drivers and passengers, consistent with patterns seen in State and national belt use results. Rates were higher for cars (58.8%), SUVs (62.1%) and vans (57.5%) and much lower for pickup trucks (48.1%).
Males were less likely to use safety belts than females, 52.3 percent versus 60.3 percent. Drivers were somewhat more likely to be belted, at 56.6 percent, than passengers at 51.3 percent were. The lowest overall belt use rate was for male passengers in pickups, at just 39.1 percent. The highest rate was for female drivers of SUVs, 67.7 percent belted.
Belt use also varied consistently with road type. Within towns on collector roads, overall belt use was 59.0 percent, while rates on more rural between-town arterials was 51.0 percent. Three of the areas had multiple reservations. The Northern Plains area had the five lowest belt use rates and averaged just 27.6 percent belt use across all five. Great Lakes and Northwest had the highest belt use; 3 of the 4 reservations in those two areas had the highest individual belt use rates observed. Of the 5 reservations in the Southwest, 3 had moderate belt use figures, while the other 2 had rates above 75 percent, among the highest for tribal reservations.
Another indication of belt use is the kind of safety belt law. There are two kinds of belt use laws that may affect use rates: the safety belt law of the reservation itself and the safety belt law of the State in which the tribal reservation is located. Data were examined in both ways. Nine reservations had primary safety belt laws; in them, 68.6 percent of vehicle occupants were belted. By comparison, 3 tribal reservations had secondary belt laws; they averaged 53.2 percent belt use. For the 4 reservations with no belt use laws of any kind, only 26.4 percent of the vehicle occupants were belted. In addition, 9 reservations were located in States with primary belt use laws. Those 9 reservations were the nine with the best use rates; they averaged 72.8 percent belted occupants. The remaining 7 reservations, in States with secondary belt use laws, were the lowest-usage reservations. They averaged just 33.3 percent buckled occupants.
Overall, safety belt use in tribal reservations subject to tribal law and tribal traffic law enforcement varies greatly. The recorded figures ranged from less than 10 percent to almost 85 percent, a difference so large as to make it unmistakable that different reservations are fundamentally different in their approach to and success at encouraging safety belt use.
Conclusions
This is the first time safety belt use has been systematically measured across a representative sample of Indian reservations. The procedure is well documented, and it can be replicated in the future to provide a moving picture of safety belt use in Indian Country. It will be a useful tool in measuring the results of safety belt initiatives.
Safety belt use in Indian Country varies greatly from tribal reservation to tribal reservation. Figures ranged from less than 10 percent to almost 85 percent, a difference so large as to make it unmistakable that different tribal reservations are fundamentally different in their approach to and success at encouraging safety belt use.
The tribal reservations with the highest belt use rates had rates comparable to general U.S. belt use rates, so it is clear that Native American governments can be effective in achieving high levels of belt use.
Figures for other tribal reservations suggest that their governments have done little or nothing toward achieving high belt use. Reservations with primary safety belt laws had the highest use rates, followed by reservations with secondary safety belt laws; reservations with no safety belt laws had the lowest use rates. Adding any safety belt law, and changing a secondary law to primary, have been shown for States The limitations of this study include the nonparticipation of the Navajo reservation, which represents almost a quarter of the population of the tribal reservations subject to tribal law and tribal traffic law enforcement. 
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I. Introduction
There are 562 federally recognized tribal governments in the United States. The 562 tribal nations collectively make up the "Indian State" eligible for Sec. 402 funding under Chapter 4 of the Title 23, United States Code. 1 The Bureau of Indian Affairs (BIA) administers the Indian Highway Safety Program (IHSP) and serves as the Governor's Highway Safety Representative and focal point of coordination for the Indian State. The Indian State is appropriated highway safety grant funds the same manner as all other States and eligible U.S. Territories and is subject to setting performance-based programming goals for reducing motor vehicle crashes, fatalities, and injuries and reporting progress in achieving those goals.
According to the Centers for Disease Control and Prevention (CDC), the motor vehicle death rate for American Indians/Alaska Natives is nearly twice as high as other races (27.52 per 100,000 population versus 15.30 per hundred thousand for all races in 2002). Further, motor vehicle injuries are the leading cause of death for Native Americans ages 1-34 and the third leading cause of death overall for American Indians/Alaska Natives. In December 2003, the National Highway Traffic Safety Administration (NHTSA) reported that motor vehicle traffic crashes were the leading cause of death among all Americans during 2001 for ages 4-34, and the second leading cause of death for ages 1-3. Reservations 1975 -2002 . This report showed that over 76 percent of the fatally injured occupants on tribal reservations were unrestrained at the time of the crash. The report states that in 2002 only 16 percent of the fatally injured occupants of passenger cars and light trucks on tribal reservations were restrained, compared with 38 percent in the Nation. In that same year, the national observed safety belt use rate determined by the National Occupant Protection Usage Survey was 75 percent. Individual State use rates ranged from 51 percent to 92.6 percent (where known). In 2004, the national use rate increased to 80 percent, and the range of individual State rates increased to 63.2 percent to 95.3 percent (where known).
In April 2004, NHTSA published a Technical Report, Fatal Motor Vehicle Crashes on Indian
This report defines the state of safety belt use for Native American Tribal reservations subject to tribal law and tribal traffic enforcement for 2004, a tool for use in problem identification and comparison with national and State safety belt use rates.
Effective for 1998, NHTSA established revised guidelines for State Safety Belt Use Survey designs to measure progress in increasing safety belt use rates in a comparative and consistent manner throughout the country. Prior to the survey reported here, there had not been a "statewide" belt use survey for the Indian State. NHTSA fully funded the costs for the development of the survey design, conduct of the survey, and analysis of the survey results. The purpose was to provide a survey design comparable to other State surveys and determine a baseline safety belt use rate for Native American Tribal reservations subject to tribal law and tribal traffic enforcement.
The first step in designing the sampling plan was to determine what tribal reservations qualified for safety belt use measurement. Although the Indian reservations are all sovereign entities, the governments of a number of the tribal reservations, and for a number of roadways within other tribal reservations, did not set or enforce safety belt use requirements. In order to focus on Indian-controlled belt use, we limited our safety belt use observations to areas subject to tribal law and tribal law enforcement. It is in those areas that tribal policy and procedures are directly responsible for current levels of safety belt use, and it is in these areas that tribal efforts can be most effective in establishing and improving safety belt usage levels.
These criteria excluded a number of tribal governments, as noted below. They also excluded, in otherwise qualified reservations, roadways that are governed by State safety belt laws and patrolled by non-Indian authorities such as the States' highway patrol (e.g., many State or Federal highways).
For the purpose of this report, Native American Tribal reservations subject to tribal law and tribal traffic enforcement are referred to as "Indian Country". This definition of Indian Country is somewhat restrictive and applies only to this safety belt use effort.
Tribal reservations included in Indian Country are all in the 48 contiguous States. There are no tribal reservations located in Hawaii, and Alaska is a "Public Law 280" State. Nearly all tribal reservations in Public Law 280 (PL 280) States (Alaska, California, Minnesota, Nebraska, Oregon, and Wisconsin) were excluded since, under PL 280, they are subject to State traffic authorities and would already be included in Statewide belt use estimates. Four tribal reservations in these States are exceptions; they set and enforce laws covering use of their own roads and are included in Indian Country. In addition, five tribal reservations in non-PL 280 States were excluded because they are known by the Bureau of Indian Affairs to be unable to implement or enforce unique safety belt laws (e.g., because the tribal reservation is an undifferentiated area within a city).
There remained in Indian Country approximately 180 federally recognized tribal reservations within the 48 contiguous States subject to tribal law and tribal traffic law enforcement. Total population on these tribal reservations is about 712,000 people, which represents 75 percent of the total 944,000 population for all American Indian Reservation and Off-Reservation Trust Lands in the 2000 U.S. Census. Each of the Indian Country reservations has its own road system and may set up its own safety belt use requirements and determine its own level of "compliance emphasis" through PI&E and enforcement.
Individual tribal reservations vary greatly in terms of population. The largest is the Navajo Nation, which spans parts of Arizona, New Mexico and Utah (population 155,214). The next largest is the Osage Tribe in Oklahoma (44,437). These two tribal reservations contain 28 percent of the population of Indian Country. Eleven tribal reservations have fewer than 100 residents.
For the purposes of safety belt use observations, all qualified tribal reservations with total populations of 2,000 or more were eligible for selection into the observation sample. There are 61 such tribal reservations, and they are listed in Appendix C. They have a total population of about 660,000, or 93 percent of the total Indian Country population. Native Americans make up It was the judgment of the BIA that, socially and culturally, tribal reservations can be classified in six separate categories that corresponded to distinct geographic "Areas": Northwest (Washington State, Oregon, and Idaho), Northern Plains (Montana, Wyoming, North Dakota, and South Dakota), Southwest (California, Nevada, Utah, Colorado, Arizona, and New Mexico), Great Lakes (Minnesota, Wisconsin, Michigan, Illinois, Indiana, and Ohio), South Central (Nebraska, Kansas, Oklahoma, Texas, Iowa, Missouri, Arkansas, and Louisiana), and South and East (all remaining States). These Areas became a stratification variable in tribal reservation selection. 
II. Methods
Tribal Reservation Selection
There were three major complicating factors in selecting tribal reservations to observe. Together they required a somewhat more structured selection scheme than is used in most State safety belt use observation plans. As noted above, tribal reservations differ markedly in population. Reservations are not contiguous, as are the counties making up a State, but are scattered throughout much of the country. Finally, the same safety belt laws do not apply to all tribal reservations. Reservations are free to set their own safety belt laws. Some tribal reservations have no safety belt laws, some have a primary law, in which motorists can be stopped solely for safety belt violations, and other reservations have a secondary law that allows a law enforcement officer to ticket people for a safety belt violation only if they are already stopped for another infraction. Also, tribal reservations, particularly smaller ones, exist within the "context" of the safety belt laws governing the States within which they are located.
The tribal reservation selection plan was a systematic selection plan based on selecting from within Areas, as defined above. General criteria for making up the sample were that it should:
include enough tribal reservations to be representative of the varying conditions that exist;
sample from all areas of the country, again to be representative; and include enough sites per tribal reservation so that the final combined safety belt use rate will meet the reliability requirements of NHTSA's Section 157 guidelines.
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In addition, the sample should be realistic within the scope of resources available for this effortand, by extension, if this effort is successful, make it possible for future replications to track changes in belt use over time and with changing legal and countermeasure conditions. The final recommendation asked for a total of about 150 sites to be sampled across 18 tribal reservations. These numbers represented our best estimate of a sampling plan meeting the criteria above while remaining within the project's practical constraints. Two of the tribal reservations did not permit safety belt observations to be made in their territory, resulting in final data collection for 120 sites in 16 reservations. Table 1 shows, by Area, the numbers and populations of tribal reservations, totals and "available for sampling." The table also shows the recommended distribution of sampled tribal reservations across areas. The objective of the sampling procedure was to select tribal reservations according to probabilities generally proportional to their populations, based on two steps:
1. Include the Navajo reservation (Southwest Area), which has 22 percent of the total Indian Country population and 35 percent of the Native American population in Indian Country.
2. Sample, from each Area, at a rate of approximately one in four tribal reservations or one tribal reservation per 30,000 population. Sampling procedures were repeated within each Area and involved seven steps:
1. Randomly reorder the list of tribal reservations so that every reservation had equal probability of being first, second, etc. in the list. 4. For Areas sampling more than one tribal reservation, adjust the cutoff levels to select all of the tribal reservations in a single sampling according to the formula:
where s ij = selection cutoff level for reservation j in Area i and n i = number of reservations to be selected within Area i. (Within Area i, the sum of the adjusted weights = n i .) In all cases, the s ij cutoff levels correspond roughly to the probability of the reservation being included in the final sample.
5. Generate a random number (from a rectangular distribution between 0 and 1) for each tribal reservation.
6. Starting at the top of the list, select for inclusion each tribal reservation whose random number is less than (or equal to) its adjusted selection cutoff, up to the number required to be sampled.
7. If the number of tribal reservations selected is less than the number required, select additional tribal reservations from the pool, selecting first the one whose random number exceeds its cutoff level by the least amount, etc., until the number of required tribal reservations has been identified.
The resulting target sample of 18 tribal reservations, together with the proposed number of observation sites as described below, is shown in Table 2 . Note that the Navajo and Seneca are shaded; they did not participate. 
Site Selection
The site selection procedure was applied independently for each tribal reservation.
Roads in and immediately around the population centers were treated as one stratum ("collectors"), and the major connecting roads were treated as a second stratum ("arterials"). For each tribal reservation with an even number of sites, half of the final observation sites were from each stratum; for each tribal reservation with an odd number of sites, one stratum provided one more site than the other.
In order to avoid roads with very little traffic, a structured selection of observation sites was made based on the use of the roads and their likely volume. Roads eligible for sampling were: paved or gravel (excluded dirt and unimproved); under BIA or tribal control (excludes State and county highways patrolled by State and county police); and collectors or arterials (excluded local streets). Eligible roads were divided into segments, i.e., stretches of roads between intersections large enough for significant changes in the road's traffic volume or makeup.
For each tribal reservation, lists of possible road segments were assembled from qualified road segments that were likely to have adequate traffic volume. Lists were based on road maps and input from local authorities. Population centers were identified, and the main roads within the centers and providing access in and out of the centers were identified. Each access road was included from the center out into more rural areas for a few miles. In addition, major connecting roads with adequate traffic but not near population centers were included.
From the eligible roads, segments for safety belt observation were selected randomly, with the probability of selection proportional to the length of the segment. Specific observation points were selected on the segment by the observers in the field, based on ease of observing belt use and safety. Observation points were documented so that they could be used in future belt use studies.
Traffic counts were determined for each location at the time of belt use observations. These counts served as our estimate of traffic density. At locations where every passing vehicle could be observed, the count was equal to the number of vehicles observed. Where traffic volumes were too heavy to permit observation of every vehicle, we conducted a ten-minute traffic count before belt use observations, conducted a second ten-minute count after observations, and weighted the number of observations as a function of the number of vehicles counted (i.e., the estimate of the number of vehicles that would have been observed had we been able to observe every vehicle). At most sites, where traffic volumes permitted, observations and traffic counts included traffic in both directions.
We proposed 150 total sites. This is similar to the numbers of sites used for State belt use determinations, and thus was judged likely to provide a suitably stable overall estimate of belt use. The number of sites per tribal reservation was proportional to the square root of the population. The numbers are shown in Table 2 above. For example, if there are a total of 151 observation sites (varied from the target of 150 due to rounding), there would be 27 sites on the Navajo Nation and 4 sites on a small reservations with just over 2,000 population. No reservation had fewer than 4 sites.
We were unable to obtain permission to collect safety belt observations on the Navajo and Cattaraugus reservations. That left a total of 120 observation sites (the defections were confirmed too late to adjust the numbers of sites on other tribal reservations). Even with the smaller number of sites, and the large variability of belt use rates between sites and tribal reservations, the final overall safety belt use rate estimate met the Section 157 target for reliability.
The calculated safety belt use percentage for each tribal reservation was the combination of belt use percentages at each site weighted directly by the number of vehicles passing during the observation period and inversely by the likelihood of selection of the segment (i.e., the segment length). (For sites where vehicle volume was estimated from pre-and post-observation counts, those estimated values were used.) For each site, the belt use percentage was the number of belted persons observed divided by the total number of persons for whom belt use/nonuse was observed. The same arithmetic was used to calculate safety belt usage for subsets, e.g., males, drivers, pickup drivers, or passenger-car occupants. Weights for combining sites for subsets were the total vehicle counts, based on the assumption that distributions of subsets are balanced across sites and that the total vehicle count is the most stable estimate.
Data Collection Observers
Observers were hired by Preusser Research Group. Most observers had done safety belt observations prior to this project. The other observers received extensive training over several days, first watching an expert observer, then observing in parallel, then observing with supervision.
Scheduling
Observations were conducted Monday-Sunday during daylight hours, between 7 a.m. and 6 p.m. Scheduling was done to balance observations for time of day and day of week, with weekdays being considered roughly equivalent for the purposes of efficient use of observer field and travel time. Observations were balanced by type and time of day within Areas and, as much as practicable, within tribal reservations.
Observations
Data collection was done according to the instructions in Appendix A. Each observation period lasted a full hour. Survey information was recorded on an observation data collection form (Appendix B). The form was designed so that pertinent site information could be documented, including tribal reservation name, city/town/area identifier, exact roadway location, date, day of week, time, weather condition, and direction(s) of traffic flow and lane(s) observed. Each onepage form included space to record information for 70 vehicles, the driver of that vehicle, and the outboard, front seat passenger, if any.
Calculation of Overall Safety Belt Usage Rate and Variability
Overall Rates
Safety belt usage rates were calculated in two stages. Within each reservation, usage was
where p ij = safety belt usage for reservation j in Area i, k = site within the reservation, V ijk = weight for each road segment (site)
= the proportion of the length L that road segment ijk is of the chosen road segments in reservation j in Area i, B ijk = number of belted occupants (drivers and outboard, front seat passengers) observed at the site, and O ijk = total number of occupants observed at the site. For sites where all vehicles were observed, V ijk = the number of observed vehicles. For sites where the number of vehicles were estimated from 10-minute counts before and after the observation period, V ijk = (number counted 10 minutes before + number counted 10 minutes after) * 60/20, for a standard 60-minute observation period. Where raw counts were based on travel in both directions, they were divided in half to be comparable to counts based on travel in only one direction.
were calculated separately within each stratum for each tribal reservation. The actual calculations are represented
, where l is the stratum and n ij1 + n ij2 = n ij . The result of this was that collectors and arterials contributed equally to each reservation's belt use rate estimate, regardless of differences in the total length of the selected collector segments versus the total length of the selected arterial segments.
Next, the overall rate across all tribal reservations was calculated according to the formula =
where
, i.e., the population of tribal reservation i in Area j times the inverse of the selection cutoff level, where the cutoff level was approximately equal to the probability of including tribal reservation j of Area i in the sample. This is the directly analogous to the Section 157 guidelines allowing population weighting in the absence of traffic volume data.
At an informational level, calculations of belt use could also be done for subsets of the entire sample and population. For example, BIA and PRG were interested in belt use rates for the different Areas. It was also interesting to compare tribal reservations with primary safety belt laws versus those with secondary or no safety belt laws, and tribal reservations within States with primary laws versus those in States with secondary laws.
Additionally, a large percentage of tribal reservation vehicles were pickup trucks, and in State belt use observations it is routinely found that belt use in pickup trucks is much less than that in all other passenger vehicle types. Thus it was of interest to calculate safety belt use rates for subsets of vehicle types, as well as male/female and driver/passenger subsets.
All of these "subset" calculations use formulas (2) and (3) as defined above, with adjustments in formula (2) to B ijk and O ijk (but not V ijk ) to reflect different subsets of vehicles or occupants and adjustments to the specific tribal reservations included in the formula (3) computations (but no changes to the W ij values) for different Area or other tribal reservation subsets.
The Standard Error of the Overall Safety Belt Use Rate
Standard error of estimate values were estimated through a jackknife approach, based on the general formula:
where p = standard deviation (standard error) of the estimated Indian Country safety belt use proportion p, n = the number of sites, i.e., 120, and p i = the estimated Indian Country belt use proportion with site i excluded from the calculation.
The relative error rate, i.e., p p / , also was calculated, as was the 95 percent confidence interval, i.e., . These values are reported for the overall Indian Country safety belt use rate.
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III. Results
Observations were done between September and November 2004 except for one tribal reservation, where observations were done in February 2005. Overall sample characteristics are shown in Table 3 . A total of 10,095 vehicles were observed, with 3,495 additional passengers.
Approximately 44 percent of the vehicles were cars, 31 percent were pickups, 14 percent were SUVs, and 10 percent were vans. Fifty-eight percent of drivers were male, and 38 percent were female; gender could not be coded for 3 percent of drivers. Fifty-three percent of passengers were female, just 37 percent were male, and gender could not be coded for 10 percent.
Belt use could be coded for 90 percent of drivers and 83 percent of passengers. Somewhat higher percentages of unknown belt use were associated with trucks (14 percent, drivers; 24 percent, passengers), SUVs (13 percent, drivers; 19 percent, passengers), vans (19 percent, passengers), foggy conditions (17 percent, drivers; 37 percent, passengers), and rural roads (12 percent, drivers; 22 percent, passengers). Belt use could not be coded for about 88 percent of drivers and passengers whose sex could not be coded. Because we were unable to make safety belt use observations on the Navajo reservation, the scope of these observations could perhaps be better described as "Indian Country Excluding Navajo."
For Indian Country Excluding Navajo, the overall safety belt use rate was 55.4 percent. There was very large variation in belt use across tribal reservations, ranging from a low of 8.8 percent to a high of 84.8 percent. Reflecting this variability, the standard error of measurement was 2.5 percent, and the relative standard error (standard error divided by average belt use) was 4.6 percent. The 95 percent confidence interval for overall belt use was 50.5 percent to 60.4 percent.
As shown in Table 4 , there were significant differences in belt use by vehicle type and occupant gender for drivers and passengers. Rates were higher for cars (58.8 percent), SUVs (62.1 percent), and vans (57.5 percent) and much lower for pickup trucks (48.1 percent).
Males were less likely to use safety belts than females, 52.3 percent vs. 60.3 percent. Drivers were somewhat more likely to be belted, at 56.6 percent, than passengers, at 51.3 percent. The lowest overall belt use rate was for male passengers in pickups, at just 39.1 percent. The highest rate was for female drivers of SUVs, 67.7 percent belted.
Belt use also varied consistently by road type. Within towns on collector roads, overall belt use was 59.0 percent, while the rate on the more rural between-town arterials was 51.0 percent. 
Areas
Three of the had multiple tribal reservations. The Northern Plains area had the five lowest belt use rates and averaged just 27.6 percent belt use across all five. Great Lakes and Northwest had the highest belt use; three of the four reservations in those two areas had the highest individual belt use rates observed. Of the five reservations in the Southwest, three had moderate belt use figures, while the other two had rates above 75 percent, among the highest for Indian Country.
Belt Use Laws
Another indication of belt use is the kind of safety belt law. There are two kinds of belt use laws that may affect use rates: the safety belt law of the tribal reservation itself and the safety belt law of the State in which the tribal reservation is located. Data were examined both ways.
Nine tribal reservations had primary safety belt laws; in them, 68.6 percent of vehicle occupants were belted. By comparison, three tribal reservations had secondary belt laws; they averaged 53.2 percent belt use. For the four tribal reservations with no belt use law of any kind, only 26.4 percent of the vehicle occupants were belted.
Also, nine tribal reservations were located in States with primary belt use laws. Those nine tribal reservations were the nine with best use rates; they averaged 72.8 percent belted occupants. The remaining seven tribal reservations, in States with secondary belt use laws, were the lowestusage tribal reservations; they averaged just 33.3 percent buckled occupants.
IV. Discussion
This is the first time safety belt use has been systematically measured across a representative sample of Indian reservations. The procedure is well documented, and it can be replicated in the future to provide a moving picture of safety belt use in Indian Country. It will be a useful tool when combined with safety belt initiatives.
Safety belt use in Indian Country varies greatly from tribal reservation to tribal reservation.
Figures from individual tribal reservations must be taken as only indications of their true rates, because the sampling plan was designed to provide a reliable estimate of belt use across all of Indian Country, not on individual tribal reservations. However, the recorded figures ranged from less than 10 percent to almost 85 percent, a difference so large as to make it unmistakable that different tribal reservations are fundamentally different in their approach to and success at encouraging safety belt use.
The tribal reservations with the highest belt use rates had rates comparable to general U.S. belt use rates (both the national rate, derived from the National Occupant Protection Use Survey and individual State rates), so it is quite possible for the Native American governments to achieve high levels of encouraging belt use. Figures for other tribal reservations suggest that their governments have done little or nothing toward achieving high belt use.
One of the indicators of high belt use is the presence of a primary safety belt law. Reservations with primary laws had higher belt use than tribal reservations with secondary laws, and their belt use was higher than tribal reservations with no belt laws. The belt laws of the States in which the tribal reservations were located were also highly correlated with reservation belt use -and with reservation belt laws. Belt use laws don't exist unless there is a will within the community, and stronger belt use laws have regularly been followed with increased belt use. Adding primary belt laws in tribal reservations lacking them could "kick-start" improvements in belt use.
There are differences in belt use by vehicle type and occupant gender, similar to findings in State belt use surveys. Occupants of pickup trucks use safety belts less often than occupants of other vehicles, and males buckle up less than females. Also, passengers tend to buckle up less than drivers. As has been noted in other reports, male pickup drivers and passengers would be the target group in need of the greatest improvement. They also seem to be the group most resistant to previous efforts, so they present the greatest challenge to new efforts -efforts that, even though primarily targeting males in pickups, may increase belt use in all groups.
NHTSA is funding two initiatives to raise the belt use on tribal reservations. First, a law enforcement liaison has been hired by the BIA's Indian Highway Safety Program to promote Tribal law enforcement support for occupant protection laws and increasing enforcement efforts in conjunction with NHTSA's Click It Or Ticket mobilizations and on-going traffic safety enforcement efforts. Second, the BIA will conduct a demonstration project to develop, test, and evaluate program strategies that can be used in grant solicitations to fund occupant protection projects in Indian Country. This model program will identify the best mix of activities that have the greatest potential to work in tribal communities to increase safety belt use.
It is unfortunate the Navajo did not grant permission to observe on the their reservation.
Representing about 16 percent of the population of qualifying Indian Country reservations, and 40 percent of the intended sample population, the Navajo reservation would have been an important addition to this measurement effort. It is hoped they can be added to any subsequent Indian Country belt use measurements. 
